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I.    INTRODUCTION 

The  thoroughfare  plan  presented  in  this  report  was 
developed  following  the  basic  thoroughfare  planning 
principles  as  described  in  Chapter  II.   It  is  based  on  very 
general  traffic,  population,  land  use,  and  economic  data. 
Since  sufficient  comprehensive  information  concerning  the 
origins  and  destinations  of  traffic  movements  was  not 
available,  the  projecting  of  traffic  to  future  years  was 
not  undertaken.   Major  thoroughfares  were  located  based 
on  field  investigations,  existing  and  anticipated  land  uses, 
and  topographic  conditions.   The  plan  sets  forth  those 
improvements  which  are  expected  to  be  required  for  proper 
traffic  circulation  within  the  current  planning  period 
(1972-1995)  . 

The  responsibility  for  the  proposed  improvements  will 
be  divided  between  the  Highway  Commission  and  the  Town  of 
Pittsboro.   It  is  desirable  that  the  thoroughfare  plan 
be  formally  adopted  both  by  the  local  governing  body 
and  the  Highway  Commission  in  order  to  insure  coordination 
of  efforts . 

It  should  be  emphasized  that  the  recommended  plan  is 
based  on  the  anticipated  growth  of  the  urban  area  as 
indicated  by  current  trends.   Prior  to  construction  of 
specific  projects,  a  more  detailed  project   study  will  be 
required  to  reconsider  development  trends  and  to  determine 
specific  locations  and  design  requirements. 


II.   THOROUGHFARE  PLANNING  PRINCIPLES 

Typically,  the  urban  street  system  occupies  25  to  30 
percent  o£  the  total  developed  land  in  the  urban  area.   Since 
the  system  is  permanent  and  expensive  to  build  and  maintain, 
much  care  and  foresight  are  needed  in  its  development.   Thor- 
oughfare planning  is  the  process  used  by  public  officials  to 
assure  the  development  of  the  most  logical  and  appropriate 
street  system  to  meet  existing  and  future  travel  desires 
within  the  urban  area.   The  major  steps  involved  in  the  thor- 
oughfare planning  process  are: 

1.  Collecting  data  relative  to  present  physical 
and  travel  conditions  within  the  urban  area. 

2.  Estimating  future  traffic  conditions  within 
the  urban  area. 

3.  Evaluating  the  data  to  determine  the  ade- 
quacy of  the  existing  street  system  in 
meeting  present  and  anticipated  traffic 
conditions . 

4.  Devising  the  best  thoroughfare  plan,  on 
the  basis  of  sufficiency,  economic  bene- 
fits, construction  costs,  and  compatibility 
with  other  elements  of  the  urban  develop- 
ment program,  to  meet  future  travel  desires. 

5.  Implementing  the  plan. 

Purpose  of  Planning 

There  are  many  benefits  to  be  gained  from  thoroughfare 
planning,  but  the  primary  objective  is  to  assure  that  the 
urban  street  system  will  be  progressively  developed  in  such 
a  manner  as  to  adequately  serve  future  travel  desires.   Thus, 
the  cardinal  concept  of  thoroughfare  planning  is  that  provi- 
sions be  made  for  street  and  highway  improvements  so  that,  as 
needs  arise,  feasible  opportunities  to  make  improvements  exist 

The  major  benefits  derived  from  thoroughfare  planning 
are:   (1)   Each  street  can  be  designed  to  perform  a  specific 
function.   This  permits  savings  in  rights-of-way,  construc- 
tion, and  maintenance  costs,  protects  residential  neighbor- 
hoods, and  encourages  stability  in  travel  and  land  use 


Digitized  by  the  Internet  Archive 

in  2011  with  funding  from 
State  Library  of  North  Carolina 


http://www.archive.org/details/prelinninarythoro1972pitt 


patterns.   (2)   Local  officials  and  citizens  are  informed  as 
to  future  improvements.   Developers  can  design  subdivisions 
to  function  in  a  non-conflicting  manner.   School  and  park 
officials  can  better  locate  their  facilities .   Irretrievable 
damage  to  property  values  and  community  appearance,  as  is 
sometimes  associated  with  street  building  and  widening  pro- 
grams, can  be  minimized.   City  officials  will  know  when  im- 
provements will  be  needed  and  can  schedule  funds  accordingly. 

Thoroughfare  Concept 

Streets  perform  two  primary  functions -they  provide 
traffic  service  and  land  service.   These  two  functions,  when 
combined,  are  basically  incompatible.   The  conflict  is  not 
serious  if  both  traffic  and  land  service  demands  are  low. 
But  when  traffic  volumes  are  high,  conflicts  created  by  un- 
controlled and  intensely  used  abutting  property  result  in  in- 
tolerable traffic  flow  friction  and  congestion. 

The  underlying  concept  of  the  thoroughfare  plan  is  that 
it  provides  a  functional  system  of  streets  which  permits  tra- 
vel from  origins  to  destinations  with  directness,  ease,  and 
safety.   Different  streets  in  the  system  are  designed  and 
called  on  to  perform,  specific  functions,  thus  minimizing  the 
traffic  and  land  service  conflict.   Streets  can  be  categorized 
as  to  function  and  standards  applied  as  follows  (Figure  1): 

Local  Access  Streets 


These  streets  have  the  purpose  of  providing  access  to 
abutting  property.   They  are  not  intended  to  carry  heavy  volumes 
of  traffic  and  should  be  located  in  such  a  way  to  serve  only 
traffic  with  origins  or  destinations  on  these  streets. 
There  are  several  different  types  of  local  access  streets 
which  can  be  classified  according  to  the  type  of  abutting 
land  use  which  they  serve.   They  are: 

Residential  Streets:   Residential  streets  provide  access 
to  abutting  residential  property.   Through  traffic  movements 
should  be  discouraged  by  designing  them  as  loops  or  cul-de-sacs 
[dead-end  streets  with  turn  arounds).   These  streets  should 
have  two  traffic  lanes  and  may  have  parking  on  one  or  both 
sides.   They  should  have  a  minimum  right-of-way  of  60  feet. 

Commercial  Streets:   Commercial  streets  provide  access  to 
abutting  commercial  property.   They  permit  traffic  to 
circulate  in  commercial  areas  and  to  reach  parking 
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facilities  near  their  desired  destinations.   These  streets 
should  have  sufficient  width  to  provide  two  traffic  lanes; 
and,  if  on-street  parking  is  permitted,  sufficient  width  for 
parking  operation  lanes  and  parking  spaces.   If  a  commercial 
street  is  used  as  a  thoroughfare,  additional  traffic  lanes 
may  be  required. 

Industrial  Streets:   Industrial  streets  provide  access  to 
abutting  industrial  development.   They  usually  have  a 
higher  percentage  of  truck  traffic  and  loading  and  unloading 
may  take  place  on  the  street.   Two  traffic  lanes  should  be 
provided  with  additional  street  width  for  parking  or  loading 
and  unloading  if  either  is  permitted.   A  minimum  right-of- 
way  of  60  feet  is  desirable. 

Minor  Thoroughfares 

These  are  more  important  streets  in  the  city  system. 
They  perform  the  function  of  collecting  traffic  from  residential, 
commercial,  and  industrial  streets  and  carrying  it  to  the 
major  thoroghf ares .   In  some  cases,  they  may  supplement 
the  major  thoroughfare  system  by  facilitating  a  minor  through 
traffic  movement.   In  either  case,  they  perform  an  additional 
function  by  also  serving  abutting  residential,  commercial, 
or  industrial  property.   Minor  thoroughfares  should  be 
designed  to  serve  only  a  limited  area  to  prevent  their 
development  as  major  thoroughfares.   Two  or  four  traffic  lanes 
may  be  required,  depending  on  traffic  volumes,  and  parking 
may  be  permitted  on  both  sides.   Right-of-way  may  vary 
upwards  from  a  recommended  minimum  of  60  feet. 

Major  Thoroughfares 

Major  thoroughfares  provide  for  (1)  the  movement  of 
traffic  from  one  area  of  the  city  to  another,  (2)  through 
traffic  movements,  and  (3)  movement  of  traffic  into  and  out 
of  the  city.   The  streets  which  comprise  the  major  thorough- 
fare system  may  also  serve  abutting  property;  however, 
THEIR  MAJOR  FUNCTION  IS  TO  CARRY  TRAFFIC.   They  should 
not  be  bordered  by  uncontrolled  strip  development.   Such 
development  lowers  the  capacity  of  the  thoroughfare 
significantly  and  each  driveway  is  a  danger  and  impedance  to 
traffic  flow.   Major  thoroughfares  may  range  from  a  two-lane 
street  carrying  minor  traffic  volumes  to  major  expressways 
with  four  or  more  traffic  lanes.   Design  standards  vary 
accordingly.   Usually  parking  should  not  be  permitted  on 
major  thoroughfares. 


Idealized  Major  Thoroughfare  System 

A  coordinated  system  of  major  thoroughfares  forms  the 
basic  framework  of  the  planned  urban  street  system  (Figure 
1) .   This  system,  while  generally  involving  about  25  percent 
of  the  total  street  mileage,  carries  about  80  percent  of  the 
total  traffic.   Major  thoroughfares  can  be  divided  into  four 
categories:   radial  streets,  crosstown  streets,  loop  streets, 
and  bypasses  . 

Radial  Streets 


Radial  streets  provide  for  direct  traffic  movement  be- 
tween the  central  area  and  outlying  areas.   This  is  a  major 
movement  in  most  cities  and  the  economic  strength  of  the 
central  area  depends  heavily  on  the  adequacy  of  the  radial 
thoroughfares . 

The  Crosstown  System 

If  all  radial  streets  crossed  in  the  central  area, 
an  intolerable  congestion  problem  would  result.   To  avoid  this 
problem,  it  is  very  important  to  have  a  system  of  crosstown 
streets  which  forms  a  loop  around  the  central  business 
district.   These  streets  route  traffic  along  the  border  of 
the  central  area  as  it  moves  from  origins  on  one  side  to 
destinations  on  the  other.   The  system  also  allows  central 
area  traffic  to  circle  the  central  area  and  enter  near  its 
destination.   The  effect  of  a  good  crosstown  system  is  to 
free  the  central  area  of  crosstown  traffic,  thus  permitting 
the  central  area  to  better  function  in  its  role  as  a  pedes- 
trian shopping  area. 

The  Loop  System 

Loop  streets  move  traffic  between  suburban  areas  of 
the  city.   Although  a  loop  may  completely  encircle  the  city, 
a  typical  trip  would  be  from  an  origin  near  a  radial 
thoroughfare  to  a  destination  near  another  radial  thorough- 
fare.  Loop  streets  do  not  necessarily  carry  heavy  volumes 
of  traffic,  but  they  function  to  help  relieve  central  area 
congestion  and  shorten  travel  times  between  suburban  areas . 
There  may  be  one  or  more  loops,  depending  on  the  size  of  the 
urban  area,  and  they  are  generally  spaced  one-half  mile  to 
one  mile  apart,  depending  on  the  intensity  of  land  use. 
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The  Bypass 

Bypasses  function  to  carry  traffic  through  or  around  the 
urban  area.   They  are  usually  designed  to  rural  highway 
standards  with  control  of  access.   The  general  effect  of 
the  bypass  is  to  expedite  the  movement  of  through  traffic 
and  to  lessen  traffic  congestion  within  the  city.   Occasion- 
ally a  low  traffic  volume  bypass  can  be  designed  to  function 
as  a  portion  of  an  urban  loop. 

Philosophy  of  Approach 

The  above  description  of  the  idealized  thoroughfare 
system  applies  to  an  idealized  situation.   While  the  same 
basic  principles  apply,  it  is  not  the  purpose  of  the  thor- 
roughfare  plan  to  present  an  idealistic  pattern  superimposed 
on  the  existing  street  system.   Thoroughfare  planning  is  done 
for  established  urban  areas  and  based  on  anticipated  future 
development.   Residential  areas,  schools,  shopping  center  lo- 
cations, major  industrial  areas,  railroads,  public  and  semi- 
public  land  use  locations,  topographical  features,  and  many 
other  factors  all  exert  influences  on  the  locations  of  thor- 
oughfares .   It  is  also  necessary  that  maximum  advantage  be 
taken  of  the  existing  basic  street  system  which  represents  a 
major  monetary  investment. 
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Ill,   POPULATION,  LAND  USE,  AND  TRAFFIC 

Population  Trends 

The  Pittsboro  Planning  Area  includes  the  Town  of  Pittsboro 
and  a  small  portion  of  Chatham  County  around  the  Town.   The 
current  estimated  population  of  the  planning  area  is  1500. 

It  is  estimated  that  the  population  of  Chatham  County 
will  increase  by  26,67  percent  during  the  period  1970-1995, 
Assuming  that  the  population  of  the  Pittsboro  Planning  Area 
will  follow  the  population  growth  trend  indicated  over  the  past 
thirty  years,  the  1995  estimated  population  of  the  planning 
area  is  1900. 


Land  Use  Trends 

The  CBD  of  Pittsboro  is  spread  along  both  sides  of 
US  15-501  for  several  blocks  between  Dianne  Street  and 
Lindsey  Street.   The  major  portion  of  the  commercial  establish- 
ment within  the  planning  area  are  concentrated  in  this  area; 
however,  there  are  several  businesses  scattered  along  US 
64  West. 

There  are  several  small  industrial  establishments  within 
the  planning  area,  but  the  major  existing  land  use  is 
residential . 

It  is  anticipated  that  Pittsboro  will  have  some  modest 
growth  due  to  its  position  as  a  governmental  and  geographic 
center.   The  New  Hope  Reservoir  should  result  in  some 
commercial  development  along  US  64  east  and  US  15-501 
north.   Additional  industrial  development  will  probably 
occur  to  the  southeast  along  the  Seaboard  Coast  Line 
Railroad  and  SR  1012,  and  to  the  northeast  along  US  15-501. 


Traffic  Volume  Trends 

A  comparison  of  the  1966,  1968,  and  1970  average  annual 

daily  traffic  (ADT)  volumes  on  Pittsboro  existing  major 

streets  is  shown  in  Figure  2.  Streets  showing  the  greatest 

increase  of  traffic  during  the  1966'='1970  period  were  US  64, 
US  15-501,  and  NC  87  north. 

To  assist  in  the  development  of  the  Pittsboro 
Thoroughfare  Plan,  an  estimate  of  1970  through  traffic 
movements  (Table  1)  was  prepared  by  applying  station  growth 
factors  to  1964  through  traffic  volumes  as  determined  by 
a  1964  external  cordon  origin  and  destination  traffic 
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survey  .   The  Fratar  computer  program  was  used  to  balance 
estimated  trip  ends  . 


Table  1.   Estimated  1970  Through  Traffic  Movements 
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"Discussion  of  Fratar  Procedure  for  Forecasting 

Interzonal  Volumes,"  (A  report  by  the  Division  of  Highway 
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The  most  significant  estimated  through  travel  movements 
are  between  US  64  west  and  US  64  east  -  2209  vehicles  per 
day,  US  15-501  north  and  US  15-501  south  -  1679  vehicles 
per  day,  US  64  west  and  US  15-501  north  -  991  vehicles  per 
day,  and  US  15-501  south  and  NC  87  north  -  400  vehicles 
per  day. 

It  is  estimated  that  through  trips  account  for 
approximately  35.2  percent  of  the  total  travel  in  the 
planning  area.   External  trips,  trips  having  one  trip 
end  outside  the  study  area  and  one  trip  end  inside  the  study 
area  were  estimated  to  be  7354  or  35.7  percent  of  total 
travel.   Internal  trips,  trips  having  both  trip  ends  inside 
the  study  area  were  estimated  to  be  6000  or  29.1  percent  of 
total  travel . 


Traffic  Accidents 

The  number  and  location  of  traffic  accidents  occurring 
in  Pittsboro  during  the  1966  to  1971  period  are  shown  in 
Figure  3.   Most  accidents  occurred  on  the  two  major 
crosstown  routes,  US  15-501  and  US  64.   The  three  inter- 
sections with  the  largest  number  of  traffic  accidents  were 
the  traffic  circle  at  the  courthouse  (11)  ,  NC  87  and 
US  64  CIO),  and  US  15-501  and  Salisbury  Road  (8). 

Existing  Major  Streets 

Pittsboro's  existing  major  street  system  (Figure  2) 
is  comprised  of  two  through  streets  which  cross  the  planning 
area  and  several  secondary  radial  streets.   The  east-west 
route  (US  64)  is  slightly  more  heavily  traveled  than  the 
north-south  route  (US  15-501). 

On  the  basis  of  field  investigations  and  existing 
travel  patterns ,  there  is  a  need  for  a  bypass  sytem  to 
serve  through  movements  on  US  64,  US  15-501,  and  NC  87. 
There  is  a  secondary  need  for  a  loop  system  to  provide  for 
lateral  travel  movements. 
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13 
IV.   RECOMMENDED  THOROUGHFARE  PLAN 


The  recommended  thoroughfare  plan  for  Pittsboro 
is  shown  in  Figure  4.   Based  on  the  investigation  of  the 
existing  major  street  system,  the  existing  and  anticipated 
traffic  volumes,  and  the  current  land  development  trends, 
the  recommended  Pittsboro  Thoroughfare  Plan  is  as  follows: 


Major  Thoroughfare  System 

Radial  Thoroughfares 

The  radial  thoroughfare  system  will  carry  traffic  to 
and  from  the  central  area.   The  following  existing  streets 
comprise  the  radial  system. 

1.  East  Street  (US  64)  to  the  east 

2.  Moncure  Road  (SR  1012)  to  the  southeast 

3.  Sanford  Road  (US  15-501,  NC  87)  to  the  south 

4.  Goldston  Road  (NC  902)  to  the  southeast 

5.  West  Street  (US  64)  to  the  west 

6.  Graham  Road  (NC  87)  to  the  north 

7.  SR  1516  to  the  north.   A  minor  relocation  of 
this  road  will  be  required  in  conjunction  with 
a  proposed  US  15-501,  US  64,  and  NC  87  bypass. 

8.  Hillsboro  Street  (US  15-501)  to  the  north 

Loop  System 

There  is  one  proposed  loop  within  the  thoroughfare  plan 
This  loop  will  enable  traffic  to  move  from  one  section  of 
the  planning  area  to  another  without  traveling  through  the 
business  area.   Also,  this  loop  will  serve  the  purpose  of 
opening  new  areas  for  future  development.   The  proposed 
loop  consists  of  a  portion  of  Goldston  Road  (NC  902)  ,  a 
proposed  connector  between  Goldston  Road  and  Sanford  Road 
(US  15-501),  a  proposed  connector  between  Sanford  Road 
and  East  Street  (US  64)  utilizing  the  existing  portion  of 
SR  1965,  a  proposed  connector  between  East  Street  and 
Thompson  Street  (SR  1701) ,  and  a  proposed  connector  between 
Thompson  Street  and  Hillsboro  Street  (US  15-501). 
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TYPICAL  STREET  CROSS    SECTIONS 


FIGURE    5 
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Bypass  System 

The  proposed  byp 
full  control  of  acces 
western  sides  of  Pitt 
with  a  proposed  reloc 
and  a  proposed  US  15- 
boro.  The  southern  t 
at  the  northern  end  o 
serve  through  movemen 
The  location  proposed 
location  recommended 
by  the  Advance  Planni 
State  Highway  Commiss 


ass  system  consists  of  a  proposed 
s  facility  around  the  northern  and 
sboro.   The  bypass  would  connect 
ation  of  US  64  to  the  east  of  Pittsboro 
501  relocation  to  the  north  of  Pitts- 
erminus  would  be  at  US  15-501  south 
f  project  8.1404403.   The  bypass  would 
ts  on  US  15-501,  US  64,  and  NC  87. 

is  essentially  identical  to  the 
in  a  US  15-501  bypass  study  conducted 
ng  Department  of  the  North  Carolina 
ion  in  1965-^. 


Minor  Thoroughfares 

There  is  only  one  proposed  minor  thoroughfare  included 
in  the  Pittsboro  Thoroughfare  Plan.   This  is  a  proposed 
new  thoroughfare  consisting  of  an  extension  of  Church 
Street  to  the  west  to  NC  87,  and  extension  of  Church  Street 
to  the  east  to  SR  1701,  and  a  portion  of  Thompson  Street. 
This  minor  thoroughfare  would  provide  for  east-west 
crosstown  travel  movements  just  to  the  north  of  the  business 
area  located  on  Hillsboro  Street. 


Project  Report,  US  15-501  Pittsboro  Bypass,  Advance 
Planning  Department,  North  Carolina  State  Highway  Commission, 
June,  1965. 
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V.   DESIGN  REQUIREMENTS 

Design  requirements  for  thoroughfares  vary  according  to 
the  desired  capacity  and  level  of  service  to  be  provided. 
Thus,  universal  standards  to  be  followed  in  the  design  of 
thoroughfares  are  not  practical  and  each  street  section  must 
be  individually  analyzed. 

The  level  of  service  is  a  function  of  tho'  ease  of  move- 
ment experienced  by  motorists  using  the  facility.   The  abil- 
ity of  a  motorist  to  drive  at  a  desired  speed  is  dependent 
upon  the  physical  design  of  the  street;  the  amount  and  char- 
acter of  traffic  control  devices;  the  influence  and  charac- 
ter of  traffic  generated  by  abutting  property;  and  imposed 
speed  restrictions.   The  level  of  service  is  generally  indi- 
cated by  the  over-all  travel  speed^  experienced  by  traffic. 

Recommended  minimum  levels  of  service  are  generally  as 
given  in  Table  2.   The  over-all  speeds  given  should  be  attain- 
able when  all  components  of  the  thoroughfare  system  are 
integrated  into  a  network  which  conforms  to  the  major  travel 
desires  of  the  street  users.   The  level  of  service  to  be  pro- 
vided by  a  specific  highway  improvement  should  be  compatible 
with  both  the  desires  of  the  drivers  and  the  economic  aspects 
of  the  proposed  improvement. 

There  are  many  factors  which  influence  the  traffic  capa- 
city of  a  street;  i.e.,  the  number  of  vehicles  that   a  street 
can  accommodate.   Typical  capacities  for  various  street  cross 
sections  are  related  here  for  general  guidance.   Table  3  in- 
dicates typical  capacity  standards  for  various  types  of  faci- 
lities in  terms  of  vehicles  per  hour  per  lane  and  for  a  24- 
hour  period.   These  design  volumes  are  based  on  average  traf- 
fic characteristics  including  20  percent  turning  movements 
at  principal  intersections ,  10  percent  truck  volumes ,  and 
approximately  50  percent  green  time  at  signalized  intersec- 
tions.  The  24-hour  volumes  assume  that  the  peak  hour  com- 
prises 10  percent  of  the  daily  total  with  60-70  percent  of 
the  peak  hour  traffic  in  one  direction. 


4 
The  over-all  speed  is  the  total  distance  traveled  di 

vided  by  the  total  time  required,  including  all  traffic 

delays . 
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Table  3.   Typical  Capacity  Design  Standards 


Facility 

Practical  Capacity^ 

Vehicles  Per  Hour 
Per  Lane 

Vehicles  Per  Day 

Two  Lanes  Plus  Parking 
Two-way 
One-way 

Four  Lanes,  No  Parking 
Two-way 
Two-way  with 

special  measures 

400-500 
450-600 

450-550 
600-800 

5,700-8,200 
10,000-13,000 

13,000-18,500 
17,000-26,000 

These  typical  capacities  are  based  on  average  traffic 
flow  characteristics  with  10  percent  of  the  24-hour  volume 
during  the  peak  hour  and  60-70  percent   of  the  traffic 
during  the  peak  hour   in  the  predominant  direction.   For 
intersections  the  green  time  has  been  assumed  at  50  percent 


Typical  cross  section  recommendations  for  the  elements 
of  the  proposed  thoroughfare  plan  for  Pittsboro  are  shown 
in  Figure  5.   Cross  section  A  and  B  are  typical  for  major 
thoroughfares  in  developed  areas.   Cross  section  C  is 
typical  for  minor  thoroughfares  in  developed  areas.   Cross 
section  D  is  normally  used  on  lower  volume  roads  in  fringe 
areas  and  at  times  is  used  as  an  initial  stage  in  the  '^"- 
velopment  of  sections  similar  to  B  and  C. 


de 


Recommended  cross  sections  for  thoroughfares  included 
in  the  Pittsboro  Thoroughfare  Plan  are  given  in  the  Appendix- 
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VI.   IMPLEMENTATION 


There  are  several  tools  which  are  recommended  for  im- 
plementation o£  the  thoroughfare  plan.   They  are  as  follows: 

State  Municipal  Adoption  of  the  Thoroughfare  Plan 

Chapter  136,  Article  3A ,  Section  136-66.2  of  the  General 
Statutes  of  North  Carolina  provides  that  after  development  of 
a  thoroughfare  plan,  the  plan  may  be  adopted  by  the  governing 
body  of  the  municipality  and  the  Highway  Commission  as  the 
basis  for  future  street  and  highway  improvements  in  and 
around  the  municipality.   Once  the  thoroughfare  plan  is  mutually 
adopted,  negotiations  will  begin  to  determine  which  of  the 
existing  and  proposed  thoroughfares  will  be  a  Highway  Commission 
responsibility  and  which  will  be  a  municipal  responsibility. 
Facilities  which  are  designated  a  Highway  Commission  responsi- 
bility will  be  constructed  and  maintained  by  the  Commission, 
however,  the  municipality  will  share  in  the  right-of-way 
costs  with  the  municipality's  share  of  the  cost  to  be  deter- 
mined at  time  of  construction. 


Subdivision  Control 

A  subdivision  ordinance  requires  that  every  subdivider 
submit  to  the  Town  a  plot  of  his  proposed  subdivision.   Cer- 
tain standards  must  be  met  by  the  developer  before  he  can  be 
issued  a  building  permit  to  construct  his  development. 
Through  this  process  it  is  possible  to  reserve  or  protect  the  ■ 
necessary  rights-of-ways  for  projected  streets  which  are  a 
part  of  the  thoroughfare  plan  and  to  require  street  construc- 
tion in  accordance  with  the  plan. 

Official  Street  Map 

A  municipality  may,  through  special  enabling  legisla- 
tion, adopt  an  official  street  map  which  indicates  both 
existing  and  future  street  lines.   No  new  construction  or 
reconstruction  of  structures  would  be  permitted  within  the 
designated  future  street  lines.   This  would  over  a  period  of 
time,  reduce  the  cost  of  additional  right-of-way  along  densely 
developed  thoroughfares  which  will  require  widening  at  some 
future  date . 
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Zoning 


A  zoning  ordinance  can  be  beneficial  to  thoroughfare 
planning  in  that  planned  locations  of  various  land  uses  and 
planned  densities  of  dwellings  can  be  realized.   This  pro- 
vides a  degree  of  stability  on  which  to  make  future  traffic 
projections  and  to  plan  streets  and  highways. 

Other  benefits  of  a  good  zoning  ordinance  are:   (1) 
the  establishment  of  standards  of  development  which  will  aid 
traffic  operations  on  thoroughfares;  (2)  the  minimization  of 
strip  commercial  development  which  creates  traffic  friction 
and  increases  the  traffic  accident  potential;  and  (3)  the 
requirement  for  provision  of  off-street  parking  by  new 
developers  with  the  purpose  of  eventual  prohibition  of  all 
curb  parking  on  major  thoroughfares. 


Capital  Improvements  Program 
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W.  0.  Atkins 


Project  Engineer 


7  ^\,   ^^*-C* 


Marion  R.  Poole 
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